CLASS: Coherent Lidar Airborne Shear Sensor. Windshear avoidance by Targ, Russell
Session VIII. Airborne LIDAR
N91-24141
|
NASA Langley / Lockheed Research Status
Russel Targ, Lockheed
509
......c JX C_:/Y_"F!;ILnrD
https://ntrs.nasa.gov/search.jsp?R=19910014828 2020-03-19T18:17:37+00:00Z
510
n-
O
¢/)
Z
ILl
¢/)
n-
¢/3
g
--I
ILl
0
d
_z
o "S a.
•_ :E o_
_o
®o_o
W _ I _ 0
om_

II
ill
._a
I
0
E
IL
E
<
Ill
Z
Im
Q
m
512
ORIGINAL PAGE IS
OF POOR QUALITY
i i z o |
513
514
t/,/
b-
- !
_ _ _oo
• a_
!i Ii l
515
,.<,
0
0
rr
+t
\
k- qlm
/ ui
I
|
Q
tim
4.
3
tim
÷t
516
CLASS LASER WINDSHEAR DETECTOR BLOCK DIAGRA/4
CARGOOPTICAL RAY
HEAD (UTOS)
Laser &
Receiver
Scanner (LMSC)
Control Unit
I I POWER &C MMAND
status/hsk a
Signal
Signal
Operator
Console
rack
SIGNAL RnCK
PROCESSOR
(LASSEN)
AF-IF Board
Signal Processor
CPU &12 bit A to 0
Output & Memory
DIGITAL [XABYTE
VCR TAPE RECORDER
(2.3 GIGABYTES)
(LMSC/LASSEN)
Terminal
Floppy Drive
Color Monitor
Cockpit Display
Power & OATAC Input
& A/O Conversion
4-
A
.4i
'qW
Control & Display of
Laser & Scanner
AIRCRAFT
(NASA S I5)
OATAC & Power
Cockpit
Instrumentatlon
(LMSC)
v
-ID
(La|son)
RACK
Ethernet
GROUND
$TATI 0 N
(Lesson)
Exabyte Recorder
Sun Workstation
Hard Copy Facility
Fusion Facility
517
Wr_
W
G_
_J
O.
Z
m
<
<
I
a
u
g
CO
518
, , |sl i a
i
't
I II
UO
U
'+
oa
m m
Z.J
<CO
"r'v)
0
519
620
O_
LUO_
LUcN
c/)C_
::)LU
_rr
rr::)
UJ(/)
><
n_
n_
I(*) I ! I I ,.
qP (_ O W _D q. (_ 0
[s/tu L> UOI:IU3 A.I.IOO'13A UO=I]
(w_l) _DNVtl
Z_LLI
LLI¢=_
LI1
\
E
CD
CY
r'y
LU
__i
LI_I
P,d
.................................................................................................. o...............................
I 1 I I _ I I I I _ I I I I ! I I I I
Lr'J _ LI-J
• d
CD
C3
C3
O3
C)
h--
CD
CD
kD
CD
(D
CD
E-)
CD
O
O
O
CD
CD
r'q
O
O
O
C',d
O
O
O
O
E
k.J
Z
CY
521
_111 I1|:
d
622
ORIGINAL PAGE IS
OF POOR QqJALJTY
nr
<
a
m
_I
0
0
E
<
-r
l-
1
,,m
D-
E
o
_t
UL
0
Z
1
<
Z
m
0
Z
<
o-
__ 6 J :_
_ =L) °
---_ _ o
E _ _ 4d'''OgL IV 3NV7d _lO:I
._ r- 0 _S; 31All1 _3NINI:I_AA
c
"_D O_ _ 0
o__ us 0
o9 u_ --
0 >" 0 u) •
o . _- -_
o
O _ "-
t_ 0 '
=_=_
®'_
e-
_J
rr
z
e_
o
523
CD
624
NASA Langley / Lockheed Research Status - Questions and Answers
Q: JAMES MEGAS (Northwest Air Lines) - What do you feel the cost of an operational
coherent pulsed LIDAR would be? What are the trade offs that you feel could be made to
reduce the cost?
A: RUSSEL TARG (Lockheed) - The price will be negotiated between our assessment of
what it takes to make it and what the airlines find a conceivably acceptable price. I think
that's probably the way the price of everything is determined. From oar initial inquiries,
what it appears is that there's a minimum price under which we think it can't be made and a
maximum price above which the airlines wouldn't conceivably pay. We will price this
thing some place within there assuming that that's possible. To be serious, for the thing to
be ready to be installed into an airplane, it has to be manufactured and installed for about
$100,000 or less. That's going to be a high price for the airlines and a challenging price
for the manufacturer. At that price it seems to cause equal pain for everybody so it's
probably the right price. The big systems that go into the airborne LIDAR are the laser, the
photo detector, the scanner and the signal processor. We're going to have to take
appropriately big bites out of each of those systems in accordance with what they presently
cost to produce. Consequently, in order to even think about putting a LIDAR system into
an airplane, the price of the laser has to be greatly reduced from the one of a kind system
that we're presently using. We're so late in the day I think this is probably not a good time
to go into the kinds of trades that we would do. I can say that choosing between a CO2
system and a 2 micron system is not a big effect in the ultimate price of the system. There
are several different components which I enumerated before in addition to the electronics to
hold them all together. So I think that a 100k target is what we'll be looking at and that will
be a challenge for any manufacturer in my opinion.
Q: BRUCE MATI'HEWS (Westinghouse) - What are the impacts on range and
performance of things other than rain? (Rain was already addressed). What are the
impacts from fog, dust, smog and other aerosols?
A: RUSSEL TARG (Lockheed) - For the ten micron system the impact of fog is minimal.
There have been experiments at Bell Labs measuring the performance of a lighthouse
system in fog such as would attenuate a visible beam by 105 attenuation and the attenuation
for the fog was essentially nil. So I would say that although you could create a fog
situation presumably, and I have not seen more detailed data than Bell Labs had, but fog is
not a significant problem for the 10 micron LIDAR system. Somebody else is going to
have to comment about the 2 micron because I'm ignorant of that. Dirt and dust in the air
enhances a performance of all the LIDAR systems so all things being equal this system will
work better in Los Angeles than it would in Boulder. Dirty air is a friend of the CO2
system.
Q: JOE YOUSSEFI (Honeywell) - Will the landing gear be in the way? Will it be a
problem for the LIDAR as installed on the NASA aircraft? Are you going to compensate
for aircraft attitude, pitch and roll?
A: RUSSEL TARG (Lockheed) - Yes, the landing gear will be a problem, it's right in our
field of view. Luckily during the experimental phase of the program we're always going to
conduct our experiment wheels up. So during the course of the experiment the landing
gear will not be a problem. Presumably on a commercial aircraft we will be located up
front, forward of the landing gear, so our scan will not be interfered with by landing gear.
And the answer to the second question is affn'mative. We will compensate for pi_ch and
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roll in real time as the information is given to us by the DATAC. Our two axis ball scanner
is all programmed and has the capability to compensate for pitch and roll.
Q: ED LOCKE (Thermo Electron Technologies) - What's the frequency stability of the
CO2 laser.'?
A: RUSSEL TARG (Lockheed) - It is 200 kilohertz, which is just what you would require
in order to maintain the measurement capability that we're looking for which is a meter per
second.
Q: TERRY ZWEIFEL (Honeywell Sperry) - Do you anticipate any problems with the
optical alignment with the wild temperature swings the airplane might see in G loadings
during landing and stuff?. Is that going to be a problem?
A: RUSSEL TARG (Lockheed) - The laser that we're building is actively frequency
stabilized and is bolted down to a very rugged frame which I showed in the illustration.
It's also actively water cooled to provide additional frequency stabilization. I don't
anticipate any temperature fluctuations to cause a problem for the system. It's built so that
it has a very high frequency loop, that is, we're feeding back at greater than a kilohertz rate
so we think that any motion of the airplane will be very small indeed compared to the speed
of the feed back loop controlling the laser frequency stability.
ROLAND BOWLES (NASA langley) - That airplane is carrying so much equipment that
we are really having some air conditioner burdens on it. That system will be basically
cabin ambient down there and we may very well bit the bullet on that airplane and really
upgrade the air conditioning system on it. You must remember, we're not building product
runs for consumption in a civil system. The NASA role in this program is to prove the
feasibility of the technology. We leave it to you airlines and manufacturers to work out the
market place dynamics.
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